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Chapter IV 
ALTERNATE ROUTES 


Extensive field reconnaissance was undertaken to select specific locations for 
each of the several feasible routes for the Western Freeway. Large scale base maps, 
Sanborn maps indicating the locations and types of existing land developments, de- 
tailed topographic data furnished by the Bureau of Engineering, City of San Francis- 
co, and US Geological Survey topographic maps of the study area were also employed 
in the location studies. Preliminary functional plans at a scale of 1" =200' were 
prepared for the most feasible routes. Special studies were undertaken and large 
scale functional plans and profiles developed for principal interchanges. Although 
precise locations were selected for the route comparisons, a certain degree of 
flexibility exists regarding the location and design of any of the routes. It is to be 
expected that refinements and improvements will be made in the future phases of 
planning and design of the route finally selected. 


Freeway Alternates 

As discussed in Chapter 1 of this report, three alternate locations to the 
original Trafficways Plan Route for the Western Freeway were suggested for study. 
(A total of four alternates are to be analyzed in detail.) A fifth location for the free- 
way, which warranted further consideration, was developed in the preliminary route 
location studies mentioned above. The five alternate locations for the Western Free- 
way between Sloat Boulevard and Lincoln Way are as follows: 

Alternate A - The Trafficways Plan Route 

Alternate B - A Nineteenth Avenue Route located between Eighteenth 
and Nineteenth Avenues 

Alternate C - A route along Sunset Boulevard 

Alternate D - A route along the Great Highway. 


Alternate E - A northerly extension of a route along Junipero Serr;’ 

Boulevard located between Fourteenth and Fifteenth 
Avenues. 

South of Sloat Boulevard, Alternates A, B and E would be located along Juni- 
pero Serra Boulevard, and thus connect directly with the presently proposed location 
of the Junipero Serra Freeway (the Interstate Route) south of the City limits. Al- 
ternates C and D could also be connected with the Junipero Serra Freeway, by dev- 
eloping freeway connectors along Stanley Drive and across Lake Merced. Although it 
is not within the scope of this study to select and compare locations for the Inter- 
state freeway south of the San Francisco city limits, consideration was also given 
to the possibility of connecting Alternates C and D, the peripheral routes for the 
Western Freeway, to a freeway along Skyline Boulevard instead of Junipero Serra 
Boulevard in Daly City. 

The necessary freeway connections between the northern ends of the five 
routes for the Western Freeway through the Sunset District and the Panhandle Free- 
way would be developed along one or both sides of Golden Gate Park as will be 
described in detail. The location of the Panhandle Freeway, an essential link between 
the Western Freeway and downtown San Francisco, is established within general 
limits, as shown on the official Trafficways Plan. Connections with the Park Presidio 
Freeway, requiring a new crossing of the park, would also be needed. It is assumed 
that the Park Presidio Freeway would be constructed along Park Presidio Boulevard; 
other locations were considered but found either undesirable or impractical. 

Other alternatives, including a possible Twin Peaks vehicular tunnel connec- 
tion to Market Street, were also considered. Although several of these alternatives 
have merit from the standpoint of traffic services, each has serious disadvantages 
because of practical, financial and general planning considerations. Each of the five 
feasible alternates listed above, and important modifications to the basic plans for 
Alternates A and C, are discussed in detail in the following paragraphs. 
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ALTERNATE A ~ THE TRAFFICWAYS PLAN ROUTE 


Route Description 

The location of the Trafficways Plan Route (Alternate A) is shown schema- 
tically in Figure 18. Most of this route is included in the Trafficways Plan adopted 
by the San Francisco City Planning Commission in 1952; hence its name. 

The Trafficways Plan Route would enter the City from the south along the 
existing right-of-way of Junipero Serra Boulevard as an extension of the planned 
Junipero Serra Freeway. High-speed direct-connections would be provided between 
the Junipero Serra Freeway and the Southern Freeway near the City limits. The 
Western Freeway would overpass Stanley Drive on the existing structure, where 
ramps would be provided for most movements. A new ramp would be constructed in 
the southeast quadrant of this interchange and minor changes in others would be 
made to conform to Interstate standards. Existing ramps in the northeast quadrant 
would be removed; the affected traffic movements could be accommodated by per- 
mitting left turns on Stanley Drive. North of Stanley Drive the freeway would be 
depressed, passing beneath Nineteenth Avenue, to which ramp connections would be 
provided for movements to and from the south. Construction of the northbound off- 
ramp to Nineteenth Avenue would require the acquisition of a number of small 
residences and a service station, since access to these buildings could not be main- 
tained. The Park Merced property would be preserved by retaining wall construction. 
Since the freeway would pass beneath Nineteenth Avenue, there would be no elevated 
structures to obstruct the view of the apartments or otherwise effect the Park 
Merced area adversely. 

Between Nineteenth Avenue and Sloat Boulevard, the freeway would be de- 
pressed along the existing right-of-way of Junipero Serra Boulevard. The existing 
access street on the west side of the boulevard would be maintained. On the east side 
of the boulevard, between Nineteenth Avenue and Holloway Avenue, properties do not 
have access to Junipero Serra Boulevard, but instead face Beverly Street, thus ob- 
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FIGURE 18 


LOCATION PLAN 

THE TRAFFICWAYS PLAN ROUTE 

ALTERNATE A AND ALTERNATE A-MODIFIED 
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viating the need for a frontage road in this section. A retaining wall would be con- 
structed to preserve the buildings of the Temple Methodist Church in the northeast 
quadrant of the Nineteenth Avenue-Junipero Serra Boulevard interchange. 

At Holloway Avenue a half diamond- type interchange would be provided for 
trips to and from the north, generated by San Francisco State College, Park Merced, 
Stonestown and residential areas east and west of the freeway south of Ocean Avenue. 
Holloway Avenue would be carried over the freeway at about present grade level. 
The freeway would pass beneath Winston Drive, Ocean Avenue and St. Francis Circle 
where an interchange would be provided to integrate the freeway with Sloat Boulevard 
and Portola Drive. Since properties on the east side of Junipero Serra Boulevard 
between Holloway Avenue and St. Francis Circle generally face the boulevard, local 
access must be provided. At present a very narrow lane provides this access. It 
would be necessary to widen this lane to provide an adequate frontage road for in- 
creased local traffic movement caused by the control of access to Junipero Serra 
Boulevard and the elimination of connections to Ocean Avenue and other intermediate 
streets in this section of the route. The widening for this frontage road would re- 
quire some property acquisition. In some cases, this acquisition would involve only 
several feet of front lawn; in several cases, the entire property would be acquired. 
However, costly retaining wall construction could be employed to virtually eliminate 
the moderate property damages in this section of the route. 

The construction of the interchange at St. Francis Circle would require the 
acquisition of a considerable number of properties. Although traffic movements at 
this interchange would be heavy, the plan shown in this report has been simplified 
as much as possible to minimize property damages. West Portal Avenue would be 
terminated just southwest of Fourteenth Avenue and the Municipal Railway streetcar 
tracks would be relocated to connect with Ocean Avenue west of the freeway. It is 
recommended that St. Francis Boulevard be terminated at St. Francis Circle with 
access to this exclusive residential section provided by the several streets leading 
off Portola Drive. This street closure would be desirable to minimize through traffic 
movements and to eliminate traffic conflicts at the St. Francis Circle interchange; 
this street closure is not essential to the basic plan, however. 


North of St. Francis Circle, extensive property damages would be involved 
in the construction of the Trafficways Plan Route. The block between Fourteenth and 
Fifteenth Avenues, as far north as Santiago Street, would be acquired for the con- 
struction of a depressed freeway, employing the adjacent streets for property access 
and local traffic movements. These two streets could be converted to one-way 
operation to simplify traffic conflicts at points of contact with freeway ramps. In- 
terchange connections for traffic to and from the north would be provided at Taraval 
Street, an important east-west arterial. 

North of Santiago Street, the Trafficways Plan Route would bear to the north- 
east. A 3,700- foot section between Santiago Street and Seventh Avenue near the 
Laguna Honda Reservoir would be constructed as a twin-tube tunnel, built beneath 
the surface to preserve the residential properties above. Easements would be re- 
quired for this tunnel construction. High-speed direct-connections would be provided 
to the Crosstown Freeway, if constructed, or to Laguna Honda Boulevard. ^ 

North of the tunnel portal at Seventh Avenue, Alternate A for the Western 
Freeway would follow relatively undeveloped properties at the base of Mt. Sutro to a 
location between Kirkham Street and Lincoln Way where a freeway junction with 
high-speed direct-connection ramps requiring a large area would be constructed to 
link the Western, Park Presidio, and Panhandle Freeways. Considerable property 
acquisition would be necessary for this major interchange. The northwest freeway 
link with the Park Presidio Freeway would be constructed through Golden Gate Park 
by “cut-and-cover” methods; the freeway would be depressed and covered with park 
landscaping restored. The park crossing would not destroy important park structures 
or principal areas of visitation. Interchange connections would be provided at the 
intersection of the freeway with Fulton Street. Connections could also be provided 
to State Route 1, or this existing park crossing could revert to park and local use 
only. The northeast freeway link between the freeway junction and the Panhandle 

6 A report including preliminary plans for the Crosstown Freeway, prepared by DeLeuw-Cather 
and Company, was not available when plans for the Western Freeway were prepared. Some ad- 
justments would be necessary at the interchange between these two freeways which would not 
affect analyses in this report. 
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Freeway would be constructed beneath the existing park road around the north side 
of Kezar Stadium. This section of Alternate A would pass beneath Stanyan Street 
and connect with the previously planned Panhandle Freeway just west of Masonic 
Avenue (based on the junction of these freeway assumed for this report). Although 
final studies of the Panhandle Freeway have not been completed by local officials, 
one plan would call for a location along existing Oak Street and properties south of 
this street; Oak Street itself would be relocated to parallel the south side of the 
freeway to provide local traffic services. 


Modified Trofficways Plan Route 

A modification of the Trafficways Plan Route, designated as Alternate A- 
Modified, is also possible which would reduce right-of-way damages required with 
Alternate A, although it would be much more costly to construct. The modification 
would involve the construction of a longer tunnel, about 5,300 feet in length, from a 
point north of St. Francis Circle near Wawona Street, to the junction with the Cross- 
town Freeway, or Laguna Honda Boulevard, near the Laguna Honda Reservoir. The 
connections to Taraval Street would be eliminated with this modification resulting 
in slightly lesser traffic services. However, the extensive damages to properties 
between Fourteenth and Fifteenth Avenues, otherwise required with the Trafficways 
Plan Route, would be avoided. The location of Alternate A-Modified is also shown 
schematically in Figure 18. 


Design Details 

The high standards of design prescribed for the National System of Interstate 
and Defense Highways were generally maintained in the development of functional 
plans for Alternate A and Alternate A-Modified. Specific details regarding the align- 
ment and cross-section design of these alternates are as follows; 
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1 . Design Speed: The design speed for all through freeway lanes is 
60 miles per hour except for the ramps in the major interchange 
between the Western. Park Presidio and Panhandle Freeways 
where a minimum 50 miles per hour design was used. 



2. Sight Distance: The minimum non-passing sight distance, the 
distance required for a vehicle traveling at the design speed to 
stop before reaching an object in its path, is 475 feet. 

3. Horizontal Curvature: The maximum horizontal curvature used 
is 5 degrees, a radius of 1,150 feet, except at the major freeway 
junction where 6-1/2 degree curves of 880 feet were used for 
ramps serving major movements; several 13-1/2 degree curves 
of 420 feet were necessary for ramps serving minor movements. 



4 . Grades: The maximum grade used for the main roadway is 3.1 
percent; grades are generally considerably less than this maxi- 
mum. The maximum grade in the 3.700-foot tunnel section of 
Alternate A is 2.4 percent which would not adversely affect the 
traffic capacity of the tunnel to a significant degree. The maxi- 
mum grade in the longer tunnel section of Alternate A-Modified 
would be only about 2.0 percent. 

5. Lane Width: Through traffic lanes on the freeway are 12 feet wide, 
as are acceleration and deceleration lanes. Single lane ramps in 
tangent are 16 feet wide. 


6. Medians: A 22-foot median, including a 4-foot raised barrier, is 
used in the depressed section of Alternate A between Sloat Boule- 
vard and the south tunnel portal, and in other sections where 
right-of-way conditions permit. For other depressed sections. 
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including that along Junipero Serra Boulevard, a 10-foot median is 
employed. It is desirable to provide a 22-foot median where 
feasible because operational experience indicates that motorists 
in disabled vehicles in the left lanes have great difficulty in gain- 
ing access to the right shoulders during periods of heavy traffic 
now. A single stopped vehicle in the through traffic lanes of a 
freeway during a peak travel period can cause extreme conges- 
tion and even complete breakdown of traffic How. A left shoulder 
can be provided with a 22- foot median. 

7 Shoulders: Paved right shoulders, 12 feet wide, including a 2-foot 
curb and gutter section, are used except for the tunnel sections. 
Where a 22-foot median is employed, a 9-foot paved area is also 
provided on the left side of each roadway. A 2-foot paved strip 
is provided on the left side of each roadway where a 10-foot me- 
dian is used. 


Typical Roadway Cross Sections 

The main roadways of Alternate A and Alternate A-Modified include six 
lanes south of the interchange with the Crosstown Freeway. Eight lanes are provided 
between this location and the Panhandle Freeway. The connection with the Park 
Presidio Freeway includes six lanes. 


Figure 19 shows typical roadway cross sections used in the preliminary 
pians for Alternate A. and Alternate A-Modified. Typical treatments for depressed 
sections involving side slopes and side wall construction are both shown. Half- 
sections of the twin-tube tunnel are shown In Figure 20 . The center lines of these 
tubes would be 119 feet apart. Each tube would provide a clear width of 48 feet, in- 
cluding 42 feet between curbs for three lanes of traffic, a 4-foot right shoulder, and 
a 2-foot left shoulder. Additional width is provided for a raised walkway. These 
tubes would be constructed by boring methods. Ventilation would be provided by 


mechanical means. 
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Figures 20 and 21 indicate typical structure cross sections used for the 
various alternates for the Western Freeway. The typical section for a two-way cut- 
and cover connector through Golden Gate Park, shown in Figure 21, was used m the 
preliminary design of Alternates A and A-Modified. 


Detailed Functional Plans and Profiles 

Functional plans and profiles showing details of the location and design of 
AUemate A and Alternate A-Modified, as developed in these studies, are presented 
in Figures 22 through 30 on the following pages. 
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FIGURE 22 
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FIGURE 26 
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ALTERNATE B - THE NINETEENTH AVENUE ROUTE 


The Nineteenth Avenue Route for the Western Freeway is another route sug- 
gested by some residents. This is the present route of State Route l through the 
Sunset District. The width of available right-of-way on Nineteenth Avenue north of 
Sloat Boulevard, equal to about 100 feet, is insufficient for the construction of a 
depressed freeway. Access streets would have to be provided on both sides of the 
limited-access freeway to provide for property access. About 200 feet of right-of- 
way would he required. Two-level freeway construction would be physically possible, 
but is considered highly undesirable because of problems of providing access con- 
nections and possible adverse affects on adjacent properties. Therefore, a freeway 
along this route would require the removal of properties on one side or the other of 
Nineteenth Avenue. Acquisition costs and other adverse effects would be less severe 
if the easterly side were taken for the freeway. In consideration of the right-of-way 
width required, the effects on properties and the desirability of maintaining Nine- 
teenth Avenue as a local arterial, a Western Freeway along this route would probably 
be constructed as a depressed freeway with landscaped slopes in the entire block be- 
tween Eighteenth and Nineteenth Avenues. This is the plan used as a basis for these 
comparative studies. 

Route Description 

The route of Alternate B is indicated schematically in Figure 31. Between 
the south City limits and St. Francis Circle, Alternate B would be common with the 
Trafficways Plan Route. The connection between the Eighteenth-Nineteenth Avenue 
location described above, and the line along Junipero Serra Boulevard would pass 
just north and east of both the buildings of the Christian Science Benevolent Associa- 
tion and the St. Cecilia Church in the block between Vicente and Ulloa east of Eight- 
eenth Avenue. Interchange connections would be provided at Sloat Boulevard. Lincoln 
Way, and at several intermediate locations. Property damages for the section of this 
route between Sloat Boulevard and Lincoln Way would be extremely great. 
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LOCATION PLAN 

THE NINETEENTH AVENUE ROUTE 
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FIGURE 31 


The Nineteenth Avenue Route would be connected with the Park Presidio 
Freeway via a new freeway connector across Golden Gate Park east of Stow Lake. 
This crossing would be constructed by cut-and-cover methods; the existing park 
landscaping would be restored as much as practicable. The connections to the Pan- 
handle Freeway could be achieved by the development of one-way freeways along 
Lincoln Way (eastbound) and Fulton Street (westbound) to minimize property dam- 
ages in this area. This plan is shown schematically in Figure 31 and will be dis- 
cussed in more detail in connection with Alternate C. 

Design Details 

Details of design for Alternate B would be comparable to those previously 
described for Alternate A. A design speed of 60 miles per hour would be maintained 
except for ramps connecting the Western Freeway with the Panhandle Freeway where 
6 degree curves, adequate for speeds of 50 miles per hour, would be used. The 
typical roadway section which includes a 22-foot median, illustrated in Figure 19, 
would be used for Alternate B north of Sloat Boulevard. Structure cross-sections, 
shown in Figures 20 and 21, would be typical of those used for this alternate. De- 
tailed functional plans for the Nineteenth Avenue Route were not prepared. 

ALTERNATE C ~ THE SUNSET BOULEVARD ROUTE 

The development of a freeway along the existing right-of-way of Sunset 
Boulevard would not be difficult. This is true largely because the necessary parallel 
access streets for local traffic services are readily available in Thirty-sixth and 
Thirty- seventh Avenues, and because the two existing 27-foot roadways can each be 
widened as necessary for three freeway lanes by eliminating the existing equestrian 
and pedestrian paths. The principal problems with Alternate C, the Sunset Boulevard 
Route, do not lie in the section along Sunset Boulevard, but in making connections 
between this location and the other elements of the San Francisco freeway system. 

Route Description 

The Sunset Boulevard Route for the Western Freeway is depicted schemati- 
cally in Figure 32. Assuming that this route would connect with a freeway route in 
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San Mateo County along Junipero Serra Boulevard, it would be necessary to make 
this connection by crossing Lake Merced and Harding Park Municipal Golf Course. 
It would not be possible to maintain Interstate design standards for a route follow- 
ing Lake Merced Boulevard around the lake and the golf course. Following Alternate 
C from south to north as developed for these studies, a new interchange providing 
direct connections between the freeway and Junipero Serra Boulevard would be 
constructed just south of the existing interchange between Stanley Drive and Junipero 
Serra Boulevard. The existing cloverleaf interchange would not permit the high 
design speeds necessary on the main roadway and, therefore, must be supplemented 
by new direct connections. Direct ramp connections to the Southern Freeway via 
Stanley Drive would also be provided at the new interchange. Stanley Drive would be 
retained for local traffic services west of Junipero Serra Boulevard. Alternate C 
would be constructed on the south side of Stanley Drive, necessitating the acquisition 
of undeveloped church properties. The St. Thomas More Church and School buildings 
would be preserved, although a portion of a parking area would be acquired. 

The Sunset Boulevard Route for the Western Freeway would overpass Lake 
Merced Boulevard at the southwest corner of Park Merced, where interchange con- 
nections would be provided. The freeway would pass between Lake Merced and 
Harding Park Municipal Golf Course, cross the lake at a narrow throat in the north 
lagoon and become depressed to pass beneath Sloat Boulevard. Although a reorienta- 
tion of the golf course would be involved, the course could be preserved. Some relo- 
cation of the north shore of the main body of Lake Merced would also be necessary. 
The existing structure at Sloat Boulevard would be utilized and interchange ramps 
would be constructed to provide for all traffic movements. 

The Sunset Boulevard Route would be constructed as a depressed freeway for 
almost the entire distance between Sloat Boulevard and Lincoln Way. Intermediate 
diamond-type interchanges would be constructed at Taraval and Noriega Streets, 
and a half diamond- type connection at Judah Street for maximum traffic services to 
the local area. These streets and other principal east-west streets would be carried 
over the freeway at about present grade level to minimize the “barrier-effect" of 
the freeway on local east- west traffic movements. Because of the numerous grade 
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separations with intersecting streets along Sunset Boulevard, future east-west 
traffic would move more easily and with more safety than today. Separations would 
be provided at Vicente, Taraval, Rivera, Ortega, Noriega, Lawton, Judah and Irving 
Streets in addition to those at Lincoln Way and Sloat Boulevard. 

Regardless of the route selected for the Western Freeway, a new freeway 
crossing of Golden Gate Park would be located east of Stow Lake to provide for maxi- 
mum traffic services to local traffic and the most desirable connection to the Park 
Presidio Freeway and the Golden Gate Bridge. If additional encroachment on Golden 
Gate Park is to be avoided, the east-west limited-access connector between Sunset 
Boulevard and the new park crossing would have to be constructed on the right-of-way 
of Lincoln Way and developed properties south of Lincoln Way. Approximately one- 
fifth of the block between Lincoln Way and Irving Street would be required for the 
freeway and a local service street. High-speed direct connections would be con- 
structed between Sunset Boulevard and the Lincoln Way connector; access to the 
park would also be provided at this location. Ramp connections to Nineteenth Avenue 
would also be provided in the south quadrants. 

The east- west portion of Alternate C, east of the new limited-access crossing 
of Golden Gate Park could be continued along Lincoln Way as described above to about 
Third Avenue. At this location, the freeway would be routed north of Kezar Stadium 
and would be constructed beneath the existing park drive. An alternate to this plan 
was developed in these studies, consisting of one-way limited-access connectors 
along Lincoln Way and Fulton Street. This plan is shown schematically in Figure 32. 
The development of one-way, limited-access connectors would make possible the 
preservation of residential and commercial properties along this section of Lincoln 
Way at the expense of moderate encroachment on Golden Gate Park. The southern 
half of Lincoln Way, including a total of 43 feet for a sidewalk and a street for local 
traffic distribution, would be preserved. This street would be separated from the 
freeway by a 10-foot raised median in which a suitable screen of shrubbery could be 
planted. The one-way freeway roadway could be constructed to provide four lanes of 
traffic plus a narrow shoulder, or three lanes of traffic plus a full shoulder. A strip 
of Golden Gate Park about 28 feet in width would be required for this design ex- 
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elusive of landscaped side slopes of variable width. The same type of construction 
would be employed along Fulton Street. The one-way limited-access connectors 
would be constructed through the eastern portion of Golden Gate Park by cut-and- 
cover methods. They would join one another at about Cole Street, south of the pan- 
handle of Golden Gate Park, and connect with the Panhandle Freeway near Masonic 
Avenue. 

High-type direct-connections would be provided to integrate the one-way 
freeway connectors with the new park crossing and the Park Presidio Freeway. Con- 
nections would also be provided between the east-bound freeway and Seventh Avenue 
(and South Drive in Golden Gate Park), Lincoln Way at Third Street, Stanyan Street, 
and Page Street at Cole. The westbound freeway would be served by connections to 
Oak Street, Stanyan Street, and Fulton Street near Argueilo. 

Alternate C - Modified 

It is understood through conferences with various local officials and other 
interested parties that encroachments on Golden Gate Park for freeway construc- 
tion other than for the new crossings already approved, would probably not be 
acceptable. This advice is supported by past decisions against lesser encroachments 
on the park than those necessary for freeway construction. Nevertheless, if substan- 
tial encroachment on Golden Gate Park could be considered, there does exist an 
alternate plan for the accomplishment of the east-west connection between Sunset 
Boulevard and the Park Presidio and Panhandle Freeways. This alternative, desig- 
nated as Alternate C - Modified, would involve the development of the one-way 
limited-access connectors along Lincoln Way and Fulton Street for the entire dis- 
tance between Sunset Boulevard and the Panhandle Freeway. In addition to the ac- 
quisition of strips of the park along Lincoln Way and Fulton Street, a second park 
crossing would be required between Sunset Boulevard and Fulton Street at about 
Fortieth Avenue. This modification of the basic Sunset Boulevard Route previously 
described would make possible the preservation of many residential and commercial 


buildings at the expense of encroachment on the park and some adverse effects on 
local traffic distribution. 


Connections to Skyline Boulevard 

The growing importance of Skyline Boulevard would make it desirable to 
integrate the Sunset Boulevard Route with this westernmost approach to the City. A 
freeway along Skyline Boulevard through Daly City would join the adopted route for 
the Interstate freeway in San Mateo County at about San Bruno Avenue, only a few 
miles south of the San Francisco City limits. Skyline Boulevard is already con- 
structed to expressway standards through Daly City, and in San Frandisco to the 
vicinity of Sloat Boulevard. Improvement of this route south of Daly City is also 
in progress, as well as a new limited-access connection to the Coast Highway. Future 
growth in San Mateo County in areas tributary to Skyline Boulevard will make this 
route take on added significance in future years. 

A possible connection between Sunset Boulevard and Skyline Boulevard, 
designed to the high standards of design used for the remainder of Alternate C, is 
shown schematically in Figure 32. This high-type connection could be integrated 
with the previously described connection with the Junipero Serra Freeway; the Sky- 
line Boulevard Connector would be essential if the connection to the Junipero Serra 
Freeway were omitted. 

Design Details 

Specific details regarding the alignment and cross-section design of Alter- 
nate C and Alternate C-Modified are as follows: 

1. Design Speed: The design speed for through freeway lanes is 60 
miles per hour except for the direct connections with the new 
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crossing of Golden Gate Park, the ramps between Sunset Boule- 
vard and the location along Lincoln Way, and the ramp for move- 
ments from the Junipero Serra Freeway to the section of the 
Sunset Boulevard Route along Stanley Drive. These direct con- 
nections were designed for speeds of 50 miles per hour. 

2. Sight Distance: The minimum non-passing sight distance on 
Alternate C is 475 feet. 

3. Horizontal Curvature: The maximum horizontal curvature used 
for through freeway lanes is 8 degrees, corresponding to a radius 
of 720 feet. This curvature was used only at the interchanges with 
the new park crossing, and the ramp between the freeway sec- 
tions along Sunset Boulevard and Lincoln Way. Six degree curves, 
with 960- foot radii, were used for the direct connections with 
the Junipero Serra Freeway. 

4. Grades: A maximum 6 percent grade is necessary at several 
locations along the routes of Alternate C and Alternate C- 
Modified. The maximum grade along Sunset Boulevard is about 
3.9 percent. 

5. Lane Width: Through traffic lanes are 12 feet wide. Other stan- 
dards of lane width are also identical to those used in the design 
of other alternates. 

6. Medians: A 22-foot median is used for the sections of Alternate C 
along Sunset Boulevard and along Lincoln Way west of the cross- 
ing of Golden Gate Park. East of the park crossing, where one- 
way freeway connectors are indicated, the freeway would be 
separated from a local access street by a 10-foot median includ- 
ing screen plantings. This design would be employed for the entire 


distance between Sunset Boulevard and about Third Avenue with 
Alternate C-Modified. 

7. Shoulders: Where the 22- foot median is employed, a 9- foot paved 
area is provided on the left side of each roadway, in addition to 
the 12-foot right shoulder which includes a 2-foot curb and gutter 
section. For the one-way connectors along each side of the park, 

48-foot roadways with a 2-foot shoulder could be provided, or 
the capacity of the main roadway could be reduced by providing 
only 36 feet for three lanes of traffic plus full shoulders. Each of 
these one-way connectors should provide for four lanes of 
traffic east of the park crossing to connect the Western Free- 
way with the Park Presidio Freeway; west of this location, 
traffic demands would be satisfied by provision of a total of six 
lanes for through freeway traffic. 

Typical Roadway Cross Sections 

Figure 33 indicates typical roadway cross sections used for the one-way 
limited-access connections along Lincoln Way and Fulton Street. The depressed 
freeway sections shown in Figure 19 were used for other portions of Alternate C 
and Alternate C-Modified. 

Typical Structure Sections 

Typical structure cross sections shown in Figures 20 and 21 were employed 
in the planning of the Sunset Boulevard Route. Typical sections used for the cut-and- 
cover connectors through Golden Gate Park are shown in Figure 21. 

Detailed Functional Plans and Profiles 

Functional plans and profiles showing details of the location and design of 
Alternate C are presented in Figures 34 through 51 on the following pages. 
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ALTERNATE D - THE GREAT HIGHWAY ROUTE 


The substantial width available on Great Highway between Sloat Boulevard 
and Lincoln Way has prompted many residents of San Francisco to suggest the 
development of the Western Freeway along this route to avoid property damages 
necessary with other routes. Actually, the development of the Great Highway Route 
(Alternate D) would involve considerable damage to properties because of the 
necessary connections to other parts of the planned freeway system. The Great High- 
way Route also hafe other disadvantages, which may not be apparent to the casual 
observer. 


Route Description 

The Great Highway Route for the Western Freeway is depicted schematically 
in Figure 52. If the Interstate Freeway is located in San Mateo County along the 
route presently proposed by the State Division of Highways (Junipero Serra Boule- 
vard), the Great Highway Route would necessitate the development of a freeway 
connection around the west sides of Fleishhacker Playground and Zoo and Lake 
Merced, and a crossing of Lake Merced to Stanley Drive. The freeway would be 
developed along the south side of Stanley Drive to connect with both the Junipero 
Serra and Southern Freeways in the same manner as previously described for 
Alternate C. A high-type connection to Skyline Boulevard would also be provided. If 
the Interstate Route were to be relocated along Skyline Boulevard through Daly City, 
then the connection to Stanley Drive might be eliminated if adequate connections to 
the Southern Freeway are provided elsewhere. These connections could be made 
south of the San Francisco City limits. For the purposes of this study, it is neces- 
sary to consider that the Great Highway Route would be connected with the Junipero 
Serra Freeway as shown in Figure 52. 


Between Sloat Boulevard and Lincoln Way, Alternate D would be located along 
the existing right-of-way of Great Highway. Since existing grade elevations on Great 
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Highway are generally more than 10 feet higher than the adjacent streets. Alternate 
D would actually be a partially elevated roadway. It is not likely that a freeway along 
Great Highway would be depressed, considering the simplicity of improving the 
existing roadway to the desired standards of design. Interchange connections would 
be provided at Sloat Boulevard for trips to and from the north. Connections could 
also be provided at intermediate feeder streets, such as Taraval, Noriega and Judah 
Streets. However, access to Great Highway is not now provided at these locations 
and is not contemplated on the plan for Alternate D shown in Figure 52. 

Direct connections woulu be provided to an east-west, limited-access con- 
nector along Lincoln Way in much the same manner as described for Alternate C; 
or, as described for Alternate C-Modified, the east-west connector could be dev- 
eloped as one-way limited-access pairs along Lincoln Way and Fulton Street at the 
expense of a portion of Golden Gate Park. 


Design Details 

Details of design for Alternate D would be comparable in most respects to 
those previously described for Alternate C. Detailed functional plans for the Great 
Highway Route were not prepared. 


1 
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ALTERNATE E — THE JUNIPERO SERRA EXTENSION 

The Junipero Serra Extension (Alternate E) was developed as an alternate 
to the Trafficways Plan Route. This alternate would provide the most direct route 
between the Junipero Serra Freeway and the Golden Gate Bridge. 

Route Description 



As shown in Figure 53, Alternate E would be common with the Trafficways 
Plan Route (Alternate A) from the City limits to about Santiago Street. At this point. 
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instead of tunneling in a northeast direction. Alternate E would continue to the north 
as a 5,700-foot twin-tube tunnel between Fourteenth and Fifteenth Avenues to Kirk- 
ham Street. Between Kirkham Street and Lincoln Way, properties in the blocks 
between Fourteenth and Fifteenth Avenues would be acquired. Connections between 
the Junipero Serra Extension and the Panhandle Freeway would be developed along 
both sides of Golden Gate Park as previously described for Alternate C. 


Design Details 

For sections of Alternate E which are common with Alternates A and C, de- 
tails of design for Alternate E would be identical to those previously described. A 
grade of 3 percent would be maintained in the Alternate E tunnel section. The tunnel 
cross section would be similar to that described for Alternate A and shown on 
Figure 20. 


Detailed Functional Plans 

Detailed functional plans of Alternate E are presented in Figures 54 through 
63 on the following pages. 
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FIGURE 55 
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FIGURE 60. 
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Chapter VIII 

SUMMARY AND RECOMMENDATIONS 


Numerous locations have been considered for the development of a Western 
Freeway in San Francisco between the San Francisco-San Mateo County line and the 
vicinity of Kezar Stadium. Detailed route location, traffic, and economic studies were 
made for the several feasible alternates, considering the Western Freeway as an 
important component of an integrated freeway system in San Francisco, and as a 
part of the designated National System of Interstate and Defense Highways. These 
studies were undertaken under the premise that the Western Freeway should not be 
constructed as an elevated freeway. The principal alternates developed in this study 
involve construction of the main roadway of the Western Freeway at or below the 
present grade level, employing fully depressed and landscaped construction, or 
tunnel construction where feasible. 

For the Western Freeway to be an integral part of a regional freeway system, 
to qualify for federal appropriations for routes on the National System of Interstate 
and Defense Highways, and to provide the traffic service functions intended, it must 
connect with certain other planned freeways which are included in the official 
Trafficways Plan of the Transportation Section of the Master Plan of San Francisco. 
These include a Park Presidio Freeway, which would link the Western Freeway with 
the Golden Gate Bridge; a Panhandle Freeway, which would link the Western Free- 
way with the existing Central Freeway and the downtown area; and the Junipero Serra 
Freeway, which is the interstate freeway route in San Mateo County. 

Detailed and objective studies of traffic demands in the Western Freeway 
traffic corridor indicate that each of the high-capacity facilities mentioned above 
will be essential to effectively provide for future needs. As described in detail in 
the Phase I report of this study, a properly located and designed Western Freeway 
would be a vital element in an integrated system of freeways for San Francisco, 
without which the quality of traffic operations will decrease to intolerable levels in 
future years. These studies, although limited in scope, further indicate the im- 
portant inter-relationships between the various proposed San Francisco freeways. 


and the advisability of a more comprehensive review of the complete Trafficways 
Plan in the light of current conditions. 

Of many locations studied for a Western Freeway between the San Francisco- 
San Mateo County line and the vicinity of Kezar Stadium, five basic routes plus modi- 
fications to two of these routes were selected for detailed analyses. These alternates, 
which are indicated on Figure 64, are described as follows: 

Alternate A. The original Trafficways Plan Route. 

Alternate A -Modified. The Trafficways Plan Route modified to reduce 
property damages. 

Alternate B. A route parallel to Nineteenth Avenue, located between Eight- 
eenth and Nineteenth Avenues between Sloat Boulevard and Lincoln Way. 

Alternate C. A route along Sunset Boulevard between Sloat Boulevard and 
Lincoln Way with east-west connections to other San Francisco freeways 
located along Lincoln Way and developed properties south of Lincoln Way. 

Alternate C -Modified. The Sunset Boulevard Route with the east- west con- 
nections to other San Francisco freeways developed by constructing one-way 
freeway connections along Lincoln Way and Fulton Street and necessitating 
extensive encroachment on Golden Gate Park. 

Alternate D. A route along Great Highway. 

Alternate E. A northerly extension of the proposed Junipero Serra Freeway 
along Junipero Serra Boulevard and between Fourteenth and Fifteenth Avenues 
north of Sloat Boulevard. 

Alternate A, A-Modified, B or E would be constructed as a depressed free- 
way along Junipero Serra Boulevard from the San Francisco-San Mateo County line 
to about Sloat Boulevard. Alternate C or D would be linked with the Junipero Serra 
Freeway by constructing freeway connectors across Lake Merced and along the south 
side of Stanley Drive. Alternates A, A-Modified and E include long sections of tunnel 
construction under Sunset Heights which would preserve surface land developments. 
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Alternates B and C would include depressed freeway construction between Sloat 
Boulevard and Lincoln Way, while Alternate D would be constructed at about present 
grade level. Each route would be connected with the Park Presidio and Panhandle 
Freeways by the construction of open-cut depressed sections through Golden Gate 
Park; these sections would be covered and landscaped. 

Each of the above described alternates is physically feasible. However, these 
studies indicate that several of these routes would be undesirable locations for the 
Western Freeway. Although well located with respect to major traffic desires. Al- 
ternate B, the Nineteenth Avenue Route, would cause such extreme property damages 
and other adverse effects on the area that it is not recommended for further consid- 
eration. Alternate D, the Great Highway Route, would serve less traffic than any 
other alternate studied, would not provide adequate traffic relief to other traffic- 
ways, and would not provide the over-all traffic services which future needs dictate. 
The traffic service disadvantages of the Great Highway Route indicate that this route 
cannot be recommended as a proper location for the Western Freeway. Alternate E, 
the Junipero Serra Extension, would be slightly less favorable than Alternate A or 
Alternate A-Modified from the standpoint of traffic services, would be more costly 
to construct than either of these two routes, and would cause substantially more 
right-of-way damages than Alternate A-Modified. Because of these disadvantages. 
Alternate E is not recommended. 

The Sunset Boulevard Route, Alternate C, would be inferior to the Traffic- 
ways Plan Route, Alternate A, in providing necessary regional and local traffic 
services. Alternate A would serve about twice as much traffic as Alternate C, would 
provide more than twice as much traffic relief to principal north-south arterials 
in the Sunset District, would provide superior integration with other planned San 
Francisco freeways, and would be generally the most desirable route for the Western 
Freeway from the standpoint of traffic services. Right-of-way costs for Alternate C 
would be greater than right-of-way costs for Alternate A or Alternate A-Modified 
if the fair market value of affected City-owned property is included in the esti- 
mates. Alternate C would cause far more damages to public properties than the 


Trafficways Plan Route. Damages to private properties caused by Alternate C would 
be less than with Alternate A but slightly greater than required by Alternate A- 
Modified. In consideration of the relatively inferior quality of traffic services which 
would be afforded by the Sunset Boulevard Route, the heavy damages to public 
properties, and the extensive damages to private properties, Alternate C is not 
recommended. 

Although Alternate C-Modified would greatly reduce damages to private 
properties required by other alternates, this route would require extensive en- 
croachment on Golden Gate Park, disruption of Harding Park Municipal Golf Course, 
and more damages to public properties than any other route. If the fair market value 
of these affected public properties is included in the cost comparisons, right-of- 
way costs for Alternate C-Modified would be greater than right-of-way costs for 
Alternate A-Modified. The values of acreage in Golden Gate Park and other impor- 
tant public areas are, of course, intangible and indeterminable. 

An objective evaluation of the advantages and disadvantages of the various 
feasible alternates leads to the inevitable conclusion that Alternate A-Modified is the 
most desirable route for the Western Freeway. The principal reasons for this con- 
clusion are as follows: 

(1) Alternate A-Modified would provide high quality regional traffic services 
- services which will be needed in future years. 

(2) Alternate A-Modified would provide the necessary link to integrate the 
Junipero Serra Freeway, the Southern Freeway, the Park Presidio Free- 
way, the Panhandle Freeway and the Crosstown Freeway into an effective 
freeway system. 

(3) Alternate A-Modified would effectively serve the Sunset District by 
separating heavy volumes of high speed through traffic from low speed 
local traffic, thus creating more travel convenience, improved local 
access, and increased safety on existing north-south arterials. 

(4) Alternate A-Modified could be constructed with lower total right-of-way 
costs than any other alternate studied. 
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(5) Alternate A-Modified would cause less damage to private (taxable) 
properties than any other alternate studied except Alternate C-Modified; 
the latter route would require extensive encroachment on Golden Gate 
Park and about four times as much damage to public properties as re- 
quired by Alternate A-Modified. 

(6) Alternate A-Modified would provide benefits to justify the high costs of 
its construction. User benefits with Alternate A-Modified would be greater 
than with any other route except Alternate A which would cause greater 
property damages. 

(7) Alternate A-Modified would cause the least possible neighborhood 
severance, damage to important public areas, and adverse effects on 
general community amenities. 

Alternate A-Modified. which would include a 5,300- foot tunnel under Sunset 
Heights, would cost about $67,000,000 at 1958 cost levels. About $29,200,000 of this 
total is the estimated cost of the tunnel. There is ample precedent in the Bay Area 
for tunnels in highway construction. There is also ample justification for the added 
cost of this tunnel in the preservation of scores of residential properties which it 
makes possible. If Alternate A-Modified would provide only the direct user benefits 
summarized in this report, the high costs of its construction would be justified. 
However, the Western Freeway will also create many other beneficial effects on the 
local area and the entire region which further substantiates its desirability. 

Based on the detailed analyses of traffic services, construction and right-of- 
way costs, property damages and intangible factors described in this report, it is 
recommended that the Western Freeway route designated herein as Alternate A- 
Modified be included in long range development plans for freeways in San Francisco. 
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